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BACKGROUND 

In  the  design  of  a study  of  BART  travelers  (Carp  and  Appleyard, 

1973),  housewives  were  specified  as  one  of  the  transportation-deprived 

and  transit-dependent  population  groups.  However,  review  of  the 

pre-BART  data  suggested  that  this  was  not  the  case,  at  least  among 

the  East  Bay  respondents  for  whom  data  were  collected  (Carp,  December  1973). 

Rather,  the  housewives  in  the  respondent  pool  rivalled  the  automobile 

work-commuters  in  access  to  automobiles,  98%  of  them  having  "regular 

use  of  a car"  (see  Table  1) ; and  two-thirds  of  them  "never"  rode  a 

bus  (see  Table  2) . 

These  characteristics  of  the  pre-BART  data  have  important  impli- 
cations for  future  data  collection.  (1)  The  representativeness  of  this 
small  group  of  East  Bay  housewives  is,  of  course j open  to  question.  These 
data  cannot  provide  a definitive  negation  of  transportation  deprivation 
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TABLE  1 


ACCESS  TO  AUTOMOBILE  TRANSPORTATION 
(Percentage  Distribution) 


Panel 

Regular  Use 
of  Car 

Has  Car  Most 
of  Time 

Auto  Commuter 

100% 

63% 

Housewife 

98 

63 

Teenager 

86 

1 

Handicapped 

72 

19 

Elderly/Retired 

69 

14 

Bus  Commuter 

62 

15 

Bus  User 

54 

11 

Low  Income 

52 

16 

N = 392 


TABLE  2 


FREQUENCY  OF  BUS  USAGE  (Percentage  Distribution) 


Panel 

Daily 

(20  or  more/mo) 

Frequently 

(10-19/mo) 

Occasionally 

(3-10/mo) 

Rarely 

(1/yr  to  2/mo) 

Never 
(LT  1/yr) 

Auto  Commuter 

2% 

0% 

5% 

23% 

70% 

Housewife 

3 

3 

10 

20 

65 

Teenager 

28 

5 

17 

16 

33 

Handicapped 

4 

2 

7 

13 

74 

Elder ly/Retired 

0 

12 

23 

12 

54 

Bus  Commuter 

67 

10 

3 

0 

21* 

Bus  User 

75 

25 

0 

0 

0 

Low  Income 

26 

10 

17 

7 

40 

N = 392 

*These  people  used  the  bus  only  for  work  trips.  Members  of  the  Bus  User  panel 
used  the  bus  for  shopping  or  visiting  10  times  a month  or  more. 


2 


and  transit  dependency  among  housewives,  though  they  do  raise  a 
question  regarding  their  assumption  as  facts,  without  verification. 
However,  whether  this  group  represents  housewives  in  general  or  whether 
it  reflects  bias  due  to  sampling  error,  there  seems  to  be  little  use 
in  pursuing  this  group  of  housewives  as  a transit-dependent  and 
transportation-deprived  group.  (2)  It  is  possible  that  employed  women, 
rather  than  housewives,  are  transportation  deprived  and  transit  dependent, 
and  that  future  steps  of  the  study  should  turn  attention  to  them  instead. 
Several  considerations  support  the  possibility  that  the  transit- 
dependent  women  are  those  who  work.  In  one-car  households  in  which 
both  men  and  women  work,  men  may  more  often  use  the  car.  Among  families 
with  one  wage-earner,  those  supported  by  women  tend  to  have  lower 
incomes  and,  as  one  consequence,  a lower  rate  of  car  ownership. 
Transportation  deprivation  may  more  often  be  a reason  for  not  working 
among  women  than  among  men,  for  similar  reasons.  This  last  possibility 
cannot  be  checked  in  the  pre-BART  data  for  this  study.  However,  the 
possibility  that  working  women  tend  to  be  transit  dependent  should  be 
checked  prior  to  a second  round  of  data  collection. 

THE  PRESENT  TASK 

It  was  therefore  desirable  to  ascertain  (1)  whether  the  working 
women  from  whom  pre-BART  data  were  collected  tended  to  be  transportation 
deprived  and  transit  dependent,  and  (2)  whether  there  is  a sufficient 
number  of  employed  women  in  the  respondent  pool  to  establish  a panel 
for  whom  pre-BART  data  are  available.  If  so,  such  a panel  might  well 
be  substituted  for  that  of  housewives  in  subsequent  steps  of  the  Traveler 
Study.  Therefore  the  pre-BART  data  were. appropriately  analyzed. 
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Number  of  Employed  Women 

To  assess  the  number  of  persons  in  the  respondent  pool  eligible 
for  membership  in  a panel  of  employed  women,  question  E01  was  used: 
"What  were  you  doing  most  of  last  week,  looking  for  work,  or  doing 
something  else?"  The  critical  response  option  is  starred. 

Response  Options 
*1.  Working 

2.  With  a job  but  not  at  work 

3.  Looking  for  work 

4.  Retired 

5.  Going  to  school,  school  vacation 

6.  Unable  to  work 

7.  Keeping  house 

8.  Other  (specify) 

Respondents'  sex  was  used  as  a screening  item  to  identify  the  employed 
women.  Sixty-one  (43%)  of  the  139  employed  persons  were  women.  This 
number  meets  the  original  standard  for  panel  size  (minimum  of  50  at 
pre-BART  data  collection)  and  is  more  adequate  than  that  of  the  house- 
wives, who  number  only  40.  The  first  question  was  answered  in  the 
affirmative:  the  respondent  pool  contained  an  adequate  supply  of 

eligible  persons. 

Travel  Behavior 

The  next  question  was  in  regard  to  their  travel  behavior:  were 

they  transportation  deprived  or  transit  dependent? 


Appropriate  comparison  groups,  for  this  purpose,  seemed  to  be 
employed  men  and  housewives.  The  latter  was  necessary  in  order  to 
make  a direct  comparison  with  the  originally  designated  panel,  in 


- 
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order  to  see  whether  the  employed  women  would  be  an  appropriate 
replacement.  Comparison  with  employed  men  is  useful  in  that  the 
groups  are  similar  in  working  condition,  a powerful  determinant  of 
travel  behavior.  The  first  comparison  holds  sex  constant  and  varies 
major  life-activity,  and  the  second  holds  major  life-activity  constant 
and  varies  -sex.  This  provides  an  appropriate  context  for  evaluating 
the  transportation  deprivation  and  transit  dependency  of  employed 
women. 

Access  to  Automobile  Transportation.  Table  3 shows  the  number 
of  automobiles  in  the  households  of  the  61  employed  women,  the  78 
employed  men  and  the  40  housewives.  A smaller  proportion  of  employed 
women  than  housewives  (chi-square  = 6.89,  p(.01)  or  of  employed  men 
(chi-square  = 6.28,  p <C.05)  were  members  of  households  which  had 
automobiles. 

Moreover,  when  only  persons  in  households  with  cars  are  considered, 
employed  women  were  more  likely  than  housewives  (chi-square  = 6.89, 
p . 01)  or  employed  men  (chi-square  = 6.28,  p<(.05)  to  belong  to 
households  with  only  one  car.  Again,  considering  only  members  of 
households  with  one  or  more  automobiles,  the  employed  women  were  less 
likely  to  have  an  automobile  available  most  of  the  time  for  their  own 
use,  compared  to  employed  men  (chi-square  = 14.53,  p.  <(.01)  or  house- 
wives (chi-square  = 9.72,  p<.01).  (See  Table  4) 

Employed  women  were  less  likely  than  employed  men  (chi-square  = 
17.13,  p<.001)  to  drive  a car,  even  occasionally.  Most  of  the 
employed  men  (92.3%)  but  less  than  two- thirds  of  the  employed  women 
were  drivers  (see  Table  5) . While  a larger  proportion  of  housewives 


TABLE  3 


PERCENTAGE  DISTRIBUTION 
HOUSEHOLD  AUTOMOBILE  OWNERSHIP 

PANEL 

- Number  of  Cars Employed  Women Employed  Men Housewives 


0 

27.8 

3.8 

2.5 

1 

41.0 

32.1 

27.5 

2 

23.0 

56.4 

55.0 

3 

6.6 

5.1 

15.0 

4 

1.6 

2.6 

0.0 

N = 179 


TABLE  5 


PERCENTAGE  OF  DRIVERS 


Respondents 


Percentage 


Employed  Women 

64 

Employed  Men 

92 

Housewives 

75 

N = 179 
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(75%)  than  of  employed  women  (64%)  were  drivers,  this  difference  is 
not  statistically  significant  at  the  .05  level  with  this  Size  sample. 

Employed  women  were  less  likely  to  belong  to  households  where 
there  was  another  driver  than  were  either  employed  men  (chi-square 
= 14.10,  p <.001)  or  housewives  (chi-square  = 7.50,  p <.01).  Less 
than  half  as  many  employed  women  (29%)  as  employed  men  (61%)  lived 
in  households  in  which  it  would  be  possible  for  another  member  to 
provide  rides.  Nearly  three  times  as  many  housewives  (75%)  had 
another  driver  in  the  household.  (See  Table  6.) 

Because  of  this  difference  in  availability  of  other  drivers  in 
the  household,  it  is  not  surprising  that  housewives  were  more  likely 
than  employed  women  to  be  driven  places  as  passengers  in  private 
automobiles.  Nearly  one  housewife  in  every  five  received  automobile 
rides  as  passenger,  while  only  7%  of  the  employed  women  did  (see 
Table  7).  Few  of  the  men  said  they  ever  rode  as  passengers,  only  1% 
to  "most  places  " and  none  to  "all  places."  Because  of  small  cell 
frequencies,  these  differences  cannot  be  subject  to  statistical  analysis. 

Generally,  then,  this  group  of  employed  women  tended  to  have 
far  less  use  of  automobiles  than  did  the  employed  men  or  the  housewives. 
If  they  were  to  go  beyond  walking  distance,  many  of  them  were  transit 
dependent. 

Use  of  Public  Transit.  Since  all  of  them  were  employed,  it  seemed 
likely  that  many  did  travel  some  distance  from  home.  The  extent  of 
transit  use  was  determined  in  order  to  complete  the  description  of  the 
employed  women  as  a potential  new  panel.  As  Table  8 shows,  the  employed 


TABLE  6 


PERCENTAGE  OF  HOUSEHOLDS  WITH  CARS  AND  ANOTHER  DRIVER 


Respondents 


Percentage 


Employed  Women 

29 

Employed  Men 

61 

Housewives 

75 

N = 179 
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TABLE  7 


PERCENTAGE  DISTRIBUTION:  RIDE  AS  A PASSENGER 

PANEL 


Driven 

Employed  Women 

Employed  Men 

Housewives 

All  places 

1.6% 

0.0 

10.0 

Most  places 

4.9 

1.3 

7.5 

N = 179 


TABLE  8 


PERCENTAGE  DISTRIBUTION 
FREQUENCY  OF  BUS  USAGE 


Frequency 

Employed  Women 

Employed  Men 

Housewives 

Daily:  20  or  more  per  month 

31.1 

11.5 

2.5 

10-19  per  month 

1.6 

3.8 

2.5 

3-10  per  month 

11.5 

3.8 

10.0 

1 per  year-2  per  month 

11.5 

17.9 

20.0 

Never 

44.3 

62.8 

65.0 

N = 179 
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women  did  use  the  bus  more  frequently  than  did  members  of  either 
comparison  group.  Eighty-five  percent  of  the  housewives  and  90%  of 
the  employed  men  used  the  bus  rarely  or  not  at  all,  while  nearly  a 
third  of  the  employed  women  used  the  bus  "daily."  The  differences 
are  statistically  significant.  Comparison  of  "daily"  versus  less 
frequent  us.e  is  significant  at  the  .001  level  between  employed 
women  and  housewives  (chi-square  = 12.48)  and  at  the  .01  level  between 
employed  women  and  employed  men  (chi-square  = 8.18). 

SUMMARY  AND  RECOMMENDATION 

The  results  of  this  analysis  suggest  that  it  is  employed  women 
rather  than  housewives  who  comprise  a transportation-deprived  and 
transit-dependent  group.  At  the  least,  it  is  true  for  respondents 
in  the  East  Bay  collection  of  pre-BART  data.  There  is  an  adequate 
supply  of  employed  women  in  the  respondent  pool  to  provide  a panel. 
Actually  it  will  be  of  more  satisfactory  size  than  the  housewife  panel 
Therefore,  it  is  recommended  that  this  substitution  be  made. 

For  purposes  of  assessing  BART's  impact  upon  persons  who  are 
representative  of  transportation-deprived  and  transit-dependent 
population  subgroups,  post-BART  data  on  housewives  is  not  necessary. 
However,  it  may  be  desirable  to  retain  them  in  future  data-collection, 
in  order  to  maintain  the  option  of  "weighting  up"  panel  responses  to 
provide  an  approximation  to  what  would  be  obtained  from  a population 
cross-section.  The  trade-off  involved  in  eliminating  these  40  persons 
the  saving  in  cost  and  time  versus  the  loss  of  any  housewife  repre- 
sentation in  post-BART  response,  should  be  weighed. 
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